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Executive Summary

The air transportation system is a significant part of the national economy and serves as a driving
economic force in connecting people and businesses globally. In Texas, air transportation is no less
important as Texans are major users of aircraft and airports in their daily lives. In the three decades since
airline deregulation, the nation has seen the emergence of low cost carriers, the introduction of regional
jets into mainline service, the emergence of secondary airports in urban airports, and new security
challenges following the terrorist attacks of September 11, 2001.

The last decade in aviation, however, has largely been characterized by the financial difficulties of the
airline industry which has affected the cities served as well as the level of service. Both the terrorist
attacks and the economic crisis of the country have made for a difficult operating environment for the
airlines. The last few years has seen many cities lose their airline service altogether while others have
seen reductions in service either in terms of frequency or the loss of one or more destinations. Many
airlines have been reducing capacity (seats) in an effort to improve their financial condition while
hoping to regain some pricing power. Texas has fared much better than other states in that none of the
25 cities with air service has lost it although several have seen some reductions in frequency or the
elimination of destinations. Passenger enplanements are expected to continue to grow at a lower rate
than previously forecasted. In general, the same can be said of other aviation sectors.

The nation’s scheduled air carrier airports are still the
most visible component of the U.S. air transportation
system; however, the majority of aircraft operations
take place at the smaller airports that serve the
general aviation segment of demand. These General
Aviation airports make up nearly 85 percent of the
airports in the National Plan of Integrated Airport
Systems (NPIAS) and nearly 92 percent of the facilities
in the Texas Airport System Plan (TASP). General
aviation is an important contributor to both the
state and national economies.

The airports in the national and state plans are
those that have been identified as being the most
essential to the nation’s air transportation system.
The objective of both plans is to direct state and federal resources to the airports that can best support
the plan’s goals of increasing system capacity; providing access by air to centers of population, industry,
agriculture and natural resource development; and fostering economic development.

The focus of the TASP is on the General Aviation airports that provide capacity to the system in urban
areas served by Commercial Service airports and on the airports serving the state’s smaller communities.
In the past, these airports were often associated with recreational flying, but today most communities
recognize that an adequate airport is an essential component to attracting business development to
expand their local economies.
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Executive Summary

Texas is not alone in recognizing the contribution that aviation can make to the state’s economic
development opportunities. Other states are investing in their airport systems. In order for Texas to
remain competitive, the resources must be available for airport development.

The State Airport System
The TASP identifies those public use aviation facilities that perform an essential role in the economic
and social development of Texas by providing adequate air access. The TASP includes 292 existing
airports and two existing heliports which are classified by the role served:
d\ Commercial Service airports 27
+ Reliever airports 24
Aik Business/Corporate airports 67
"f' Community Service airports 106
‘i' Basic Service airports 68
Heliports 2

MAP 1. TASP AIRPORTS

Each TASP airport is also assigned one of nine functional categories related to its specific use. These
categories further define the airport features necessary to meet the needs of its users.
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Executive Summary

The development needs for each of the facilities in the state airport system are identified during annual
airport visits and public meetings. Changes in an airport’s needs are reflected in updates to the TASP.
Continued development and maintenance of the aviation system requires a long term perspective
based on goals, objectives and standards presented in the TASP.

Aviation Activity Forecast

State and national projections show Texas is poised for economic growth that exceeds that of the U.S.
in the next quarter century. Similarly, Texas aviation activity growth rates are expected to grow at
higher rates than the nation’s average despite current economic difficulties.

The forecasts indicate that Texas will maintain a level of 8.31 percent of the total U.S. aircraft fleet; that
annual growth rate for general aviation fuel consumption in Texas will be 3.1 percent; and that a large
share of the new sport pilot licenses will belong to Texans. Continued expansion of the global market,
technological advances, new aircraft manufacturers, the new light sport pilot license, and an increase
in corporate aviation all support these optimistic though modest projections.

TASP Implementation Costs

The TASP development program is staged in 0 to 5-year, 6 to 10-year, and 11 to 20-year time frames. The
capital improvements identified are those for developing each airport to fulfill the role specified by the
TASP within 20 years. Implementation costs included in this document represent only the first five years
of development for General Aviation airports. Cost estimates for improvements beyond this time frame
are too unreliable.

In 2002, the TASP reported an estimated cost of almost $500 million for the first five years of general
aviation development. Today those projected costs have risen to over $1.1 billion. Projects to increase
safety, preserve existing facilities, meet design standards, upgrade facilities to accommodate more
demanding aircraft, and expansion to handle increased levels of activity are included in this estimate.

Fifty-five percent of these costs represent needs at Reliever airports and paving needs account for over
half of the total budget.

Funding

A variety of financing tools must be considered in order to implement the TASP. While Commercial
Service airports generate significant revenue to support their operations and maintenance, General
Aviation airports have limited opportunity to generate self-sustaining revenue. TASP airports rely on
public financing for capital improvements.

TxDOT administers the FAA Airport Improvement Program for General Aviation airports under the State
Block Grant Program. These funds are derived from the Airport and Airway Trust Fund. The state of
Texas continues to support general aviation facilities through state appropriations for the Aviation
Facilities Development Plan.
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Executive Summary

The demonstrated needs of the system far exceed anticipated funding levels. In the first five years only
30 percent of those needs can realistically be met if funding continues at the current level. Texas
remains one of 19 states that does not have a dedicated airport development fund.

The Future of Texas Aviation
Despite an uncertain financial outlook for funding the development of the state airport system, aviation
remains an integral component of the state’s economy.

The geographic size of the state and the distances between population centers make air travel in Texas
a necessity. In addition to serving the needs of decentralized industry and other businesses, aviation
offers many opportunities for the development and diversification of the state’s economy. Significant
growth in international markets, particularly in Europe, Latin America, China and India, as well as
increased trade with Mexico and Canada place an increased emphasis on facilities that will enable Texas
to compete in the worldwide marketplace.

Dallas, Fort Worth and Houston will remain a center of aviation passenger demand, manufacturing and
development. Texas' recovery from the current recession is reflected in its prominence in aviation,
ranking among the top tier of states in virtually every aspect of aviation activity.

The possibilities for service to new markets by new aircraft for an expanding state economy certainly
promise that the future of aviation in Texas will be exciting. The TASP represents the path leading to that
development. The following pages outline the state airport system necessary to keep Texas on the
route to a successful future.
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The TASP Structure

Introduction

The Texas Airport System Plan (TASP) identifies airports and heliports in the state that perform an
essential role in the economic and social development of Texas. From approximately, 1,600 public and
private landing sites, 292 airports and two heliports meet the requirements of the TASP.

The TASP minimizes duplication of facilities to concentrate public financial resources in these facilities.
The planning process identifies capital improvement needs to provide a guide for the programming of
federal and state financial assistance for airport development.

The following pages describe the TASP development process.

The Planning Process
The Texas Airport System Plan (TASP) was established as the Texas Aeronautical Facilities Plan in 1970.
This document updates the 2002 TASP.

Each year, Aviation Division planners meet with about one-third of the TASP airport sponsors and
community leaders in Regional Planning Meetings. The products of the meetings are development
worksheets for each TASP airport. The worksheets indicate the improvements required to accomplish
and maintain the airport role within the TASP for an estimated 20-year planning period. Implementation
costs are included in this summary document for only the first five years because of the difficulty
predicting the longer-term costs. The FAA is responsible for supporting the development of Commercial
Service airports, and these costs are not included in the TASP.

TASP System Goals and Objectives

The primary goals of the TASP are to develop a statewide airport system to provide adequate access by
air to the population and economic activity centers of the state, and to provide timely development
and maintenance of the airport system. Other goals include maximizing the economic benefit and
return on investment to the state, local communities, counties and cities from development of the
airport system, and integrating the airport system effectively with other transportation modes.
Contributing to an efficient multimodal transportation system maximizes the opportunity for growth
in international trade and travel, and minimizes adverse impacts on the environment.

To meet these goals, the TASP objectives are to provide air service based on level of services required
throughout the state. These include providing airports that support scheduled commercial service
within a 60-minute drive of population centers; support business jet activity within a 30-minute drive
of population and mineral resource centers; and support single- and twin-engine piston-powered
aircraft within a 30-minute drive of agricultural resource centers. Additional objectives are to provide
adequate airport capacity to meet forecast demand, and providing an airport system developed to
applicable federal and state planning and design standards.
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The TASP Structure

Airport Service Level and Role Classification
Table 1 details the classification of TASP airports. There are five TASP service levels: Primary and Non-
Primary Commercial Service airports, Relievers, General Aviation airports, and heliports.

TABLE 1. TASP SERVICE LEVEL AND ROLE DESCRIPTION OF AIRPORTS

SERVICE AIRPORT NUMBER IN
LEVEL ROLE TASP*

Description

Primary . Supports scheduled passenger service by large
. Commercial . .
Commercial . 26 and medium transport aircraft; enplanes at least
. Service
Service 10,000 passengers annually.
Non-Primary . Supports scheduleq passenger service by
Commercial Commercial 1 smaller transport aircraft; enplanes fewer
. Service than 10,000 but more than 2,500 passengers
Service
annually.
Relieves congestion at Commercial Service
Reliever Reliever 24 airport by providing alternative general aviation
facilities.
. Business . . . .
General Aviation d 67 Provides community access by business jets.
Corporate
. Provides community access by single and light
e Community . . . e
General Aviation Service 106 twin-engine aircraft, and a limited number of

business jets.

Provides air access for communities less than
30 minutes drive from Commercial Service,

General Aviation Basic Service 68 Reliever, Business/Corporate, and Community
Service airports; and/or supports essential but
low level activity.

Accommodates helicopters used by individuals,
corporations and helicopter air taxi services.
Scheduled passenger service may be available if
sufficient demand exists.

General Aviation Heliport 2

*Includes airports currently meeting standards plus those proposed to be upgraded or constructed to those standards in the
next 20 years.
Source: Texas Department of Transportation, Aviation Division, 2010.

Primary and Non-Primary Commercial Service Airports

Commercial Service airports are those that offer scheduled service by major airlines (American, Delta,
Continental, Southwest, etc.), national airlines (US Air, etc.) and regional airlines (American Eagle,
SkyWest, etc.) There are 26 Primary Commercial Service airports in the TASP. The TASP also includes one
Non-Primary Commercial Service airport.
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The TASP Structure

An airport must record at least 10,000 annual passenger enplanements to be included in the TASP as a
Primary Commercial Service airport. To be included as a Non-Primary Commercial Service airport, an
airport must enplane at least 2,500 but less than 10,000 passengers annually. Because of economic and
other considerations, smaller Commercial Service airports may fluctuate between primary and non-
primary status. All of the Commercial Service airports provide access to business jets and commercial
jet transport aircraft. Table 2 identifies the Primary and Non-Primary Commercial Service airports.

MAP 2. COMMERCIAL SERVICE AIRPORTS IN THE TASP
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TABLE 2. PRIMARY AND NON-PRIMARY COMMERCIAL SERVICE AIRPORTS

ASSOCIATED CITY  Frimary/ AIRPORT NAME
Non-Primary

Abilene Primary Abilene Regional

Amarillo Primary Rick Husband Amarillo International

Austin Primary Austin-Bergstrom International

Beaumont-Port Arthur Primary Southeast Texas Regional

Brownsville Primary Brownsville/South Padre Island International

College Station Primary Easterwood Field

Corpus Christi Primary Corpus Christi International

Dallas Primary Dallas Love Field

Dallas-Fort Worth Primary Dallas/Fort Worth International

Del Rio Primary Del Rio International

El Paso Primary El Paso International

Harlingen Primary Valley International

Houston Primary William P. Hobby

Houston Primary George Bush Intercontinental/Houston

Killeen Primary Robert Gray Army Air Field

Laredo Primary Laredo International

Longview Primary East Texas Regional

Lubbock Primary Lubbock Preston Smith International

McAllen Primary McAllen Miller International

Midland Primary Midland International

San Angelo Primary San Angelo Regional/Mathis Field

San Antonio Primary San Antonio International

Texarkana Primary Texarkana Regional

Tyler Primary Tyler Pounds Regional

Victoria Non-Primary Victoria Regional

Waco Primary Waco Regional

Wichita Falls Primary Sheppard AFB/Wichita Falls Municipal

Source: Texas Department of Transportation, Aviation Division, 2010.
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Reliever Airports

Reliever airports are located within a major metropolitan area and provide alternative airport facilities
for general aviation users to relieve congestion at the larger Commercial Service airports. There are 24
existing Reliever airports in the TASP as identified in Table 3. Reliever airports accommodate various
classes of aircraft from large business jets to smaller piston aircraft with the purpose of diverting
general aviation traffic from Commercial Service airports. Reliever airports have or must be forecast to
have 100-based aircraft or 25,000 annual itinerant operations. Reliever airports generally serve
population centers of 250,000 or more. These airports relieve Commercial Service airports operating at
60 percent capacity, all with at least 250,000 annual enplanements. Since 1982, the FAA has placed
emphasis on the development of Reliever airports as a way to increase the national system capacity.
This update of the TASP continues to reflect that emphasis.

MAP 3. RELIEVER AIRPORTS IN THE TASP
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TABLE 3. RELIEVER AIRPORTS

ASSOCIATED METROPOLITAN AREA AIRPORT NAME

Georgetown Municipal
Austin
San Marcos Municipal

Arlington Municipal
Addison Airport
Denton Municipal
Mesquite Metro
Grand Prairie Municipal
Dallas-Fort Worth Lancaster Municipal
Collin County Regional at Mc Kinney
Dallas Executive
Fort Worth Alliance
Fort Worth Meacham International

Fort Worth Spinks

Brazoria County
David Wayne Hooks Memorial
La Porte Municipal
Pearland Regional
Houston Lone Star Executive
Sugar Land Regional
West Houston
Ellington Field

Houston-Southwest

Galveston Scholes Field International at Galveston

Stinson Municipal
San Antonio *
San Marcos Municipal

Source: Texas Department of Transportation, Aviation Division, 2010
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General Aviation Airports

General aviation consists of all aircraft operations that are not scheduled commercial service or military.
The airports that serve this segment of aviation represent the majority of the facilities included in the
TASP. General Aviation airports are the principle means of meeting the TASP goal of providing air access
to widely dispersed economic activity centers of the state.

The TASP classifies airports according to the roles performed in providing essential access. The previous
TASP classified airports as Transport, General Utility, and Basic Utility. For this update, a descriptive
nomenclature more relative to the functionality of the airport is used. The following describes the role
classifications of Business/Corporate, Community Service and Basic Service.

Business/Corporate airports provide access to turboprop and turbojet business aircraft and are
located where there is sufficient population or economic activity to support a moderate to high level of
business jet activity and/or to provide capacity in metropolitan areas. Business/Corporate airports serve
communities located more than 30 minutes from the nearest Commercial Service or Reliever airport.
These airports are generally located 25 miles from other Business/Corporate airports and serve an area
of concentrated population, purchasing power, or mineral production. Each have or are forecasted to
have 500 or more annual Business/Corporate aircraft operations within five years, or have two
permanently based jets. Some of these airports may be located within 25 miles of a significant national
recreation or preservation area. There are 67 general aviation Business/Corporate airports in the TASP.

S N 50 0

.’(‘

MAP 4. BUSINESS/CORPORATE AIRPORTS IN THE TASP
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The TASP Structure

Service areas containing an average population of 10,000 and generating approximately $100 million
annually in agricultural production, mineral production, or local economic activity will frequently attract
economic activity requiring business jet service. However, at least 500 annual business jet operations
are normally necessary to support the facilities associated with a Business/Corporate airport.

Community Service airports provide primary business access to smaller communities throughout the
state, add capacity in many of the metropolitan areas, and provide access to agricultural and mineral
production areas. Community Service airports are generally located within a 30-minute drive from a
Business/Corporate, Reliever or Commercial Service airport. Each of these airports have or are forecasted
to have 20-based aircraft, or 6,000 annual operations within five years. Many are located within 25 miles
of a significant national recreation or preservation area.

All Community Service airports willaccommodate single and light twin piston-engine aircraft. Sufficient
activity exists at many of these locations to justify maintenance or upgrading to standards for turboprop
and business jet use.

MAP 5. COMMUNITY SERVICE AIRPORTS IN THE TASP

Texas Airport System Plan Update 2010



The TASP Structure

There are 106 Community Service airports included in the TASP. The TASP includes four new airports as
shown in Table 4. These new airports will provide new access to communities or expand capacity and
are planned for construction within the next 0-5 years or 6-10 years.

TABLE 4. NEW SYSTEM AIRPORTS

SERVICE

AIRPORT PERIOD PURPOSE
LEVEL
Bexar County 6-10 Additional Capacity
Randall County 0-5 New Access
General Aviation
Mills County under construction ~ New Access
Leon County 0-5 New Access

Source: Texas Department of Transportation, Aviation Division, 2010

Basic Service airports are located within the service area of Commercial Service, Reliever, Business/
Corporate or Community Service airports or may be located in remote areas of the state. These airports
typically have very low usage, and provide additional convenience for clear weather flying and training
operations. Many Basic Service airports cannot expand to meet the size and instrument approach
standards to support business access and may represent the only public landing site for many miles.

MAP 6. BASIC SERVICE AIRPORTS IN THE TASP
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General Aviation Heliports

General Aviation heliports accommodate helicopters used by individuals, corporations, and helicopter
taxi and medical services. Scheduled passenger service may be available if sufficient demand exists.
There are three general aviation TASP heliports, two existing and one planned for future development,
a public use helipad in Gray County.

Airport Functional Categories
In addition to service level and role, the TASP defines nine functional categories related specifically to
the type of use that the airport receives or is expected to receive.

The role of the airport influences the design and the type of aircraft it can accommodate. Similarly, the
main functional use of the airport further determines what features must be in place to meet the needs
of the users and the community. Sixty percent of the primary use of an airport determines the assigned
functional category. The following is a description of the nine functional categories used to define
airport features.

Commercial
These airports are publicly owned and receive scheduled passenger service with boardings exceeding
2,500 passengers.

Reliever

These airports relieve congestion at large Commercial Service airports and increase access to general
aviation in the community. Several airports in the TASP serve the function of a reliever facility although
they have not been recognized or designated as such by the FAA.
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Regional

These airports support higher performance aircraft than the surrounding smaller general aviation
facilities and are the focal point of aviation activity for the largest population center. These facilities may
have periodic commuter or charter service. The airside facilities should provide the best technology
possible for weather, approach minimums and approach aids.

Multipurpose
These airports support diversified operations. The general criteria used for airport roles are adequate
for planning purposes; however, special features may be required to meet the needs of specific users.

Industrial

This functional category describes the type of businesses associated with the airport, particularly those
that are aviation-related. The itinerant traffic is specifically there to conduct business with a tenant or
industry based at or near the airport. Visitors may not have a need for access or conduct business within
the community, but associated transactions support the local economy and tax revenue base. The total
operations, exclusive of the industrial activity, justify the need for a terminal or meeting facility. The
airside facilities should provide the best technology possible for weather, approach minimums and
approach aids.

Special Use

This functional category includes airports that are used seasonally for tourism, hunting or other
recreational purposes. Many of these rural airports are located near significant parks, lakes or provide
access to various types of hunting. The operations at these sites are typically low, but provide a
significant contribution to the local economy.

Agricultural
This functional category includes airports that serve areas of intense agricultural production. Agricultural
spraying services are required to support production capability within many small communities. The
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design standards of these General Aviation airports specifically relate to the needs of agricultural
operators. Terminal facilities and runway lights may not be necessary. Agricultural activities may occur
at a variety of facilities and the special needs of this type of activity, including use of chemicals and
traffic patterns, may require additional features for safe operations. Additional roads may be necessary
to provide access for chemical trucks and to prevent truck traffic on aircraft aprons. Segregated
agricultural aprons may need to be constructed.

Remote

This functional category includes airports serving remote areas. Many rural communities are separated
by more than 100 or more miles from other rural populations. This is frequently true in West and South
Texas. Many typical rural activities such as ranching and oil production require access to these
communities by air. In addition, emergency access by air is essential to remote communities.

Access
This functional category includes airports that provide minimal service to the community. Access
airports are eligible to receive minimal funding for preservation, and are not likely to receive funds for

replacement.
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Table 5 provides a summary of the TASP airports by functional category.

TABLE 5. SUMMARY OF TASP AIRPORTS BY FUNCTIONAL CATEGORY

ROLE

FUNCTIONAL

COMMERCIAL 27 27
RELIEVER 24 24
REGIONAL 37 4 41
MULTIPURPOSE 18 90 25 134
INDUSTRIAL 5 1 6
AGRICULTURAL 6 12 18
SPECIAL 6 3 2 2 13
REMOTE 1 1 3 5
ACCESS 1 26 27
TOTAL 27 24 67 106 68 2 294

Source: Texas Department of Transportation, Aviation Division, 2010.

Airport Design Standards

Within each role classification of airports, the TASP identifies a range of design standards to
accommodate the types of aircraft that will use the facility. TASP airport design standards are adapted
from the FAA Advisory Circulars and utilize the Airport Reference Code (ARC), which is based on
approach speed and wingspan.

An airport role classification is based on the type of service the airport provides, as described in the
preceding section. The airport design standard is then determined by the type of aircraft currently
using or forecast to use the facility. Table 6 lists TASP airport minimum design standards.

Primary Commercial Service airports are designed to serve the larger jet transport aircraft used by the
scheduled commercial service airlines, especially those operating aircraft with 60 or more seats (Part
121 certificate), and accommodate aircraft with ARCs up to D-VI. Non-Primary Commercial Service
airports accommodate the smaller jet and turboprop aircraft used by regional carriers, which fly aircraft
seating fewer than 60 passengers (Part 135 operations). Typical ARCs are C-IV and D-IV.

There are no design standards specifically for Reliever airports. Reliever airports can be designed to

accommodate a variety of aircraft based on the specific role performed in the TASP. Typical Reliever
ARCs are C-ll and D-II.
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Among the General Aviation airports, Business/Corporate facilities will handle the largest business jets
as well as all turboprop aircraft, and are developed to ARC C-ll and D-Il standards. Community Service
airports are developed to ARC B-Il and C-I standards and can accommodate light twin-engine turboprop
aircraft, as well as some of the smaller business jets that can utilize the shorter and narrower runways
of Community Service airports. The largest aircraft served by Basic Service airports (ARC B-l) are light
twin-engine piston aircraft.

The ARC B-Il design standard shown in Table 6 refers to runways up to 75 feet wide. These runways are
adequate for smaller business jet aircraft but not the largest Business/Corporate aircraft.

The remainder of this report examines the forecasts of state aviation activity and the cost of the airport
improvements identified in the TASP to accommodate that activity. The final section discusses the
availability of federal and state financial assistance for airport improvement and the implications these
aid programs might have on the eventual implementation of the TASP.
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TABLE 6. TASP MINIMUM DESIGN STANDARDS

COMMERCIAL SERVICE GENERAL AVIATION
BUSINESS/COR- COMMUNITY
PRIMARY NON-PRIMARY PORATE SERVICE BASIC SERVICE
AIRPORT DESIGN
ARC C-ll thru ARC B-Il, C-ll ARC B-Il, C-ll ARC B-l, B-ll ARC A-|, B-I
C-1V, D-ll thru thru C-IV, D-l thru C-IV, DI
D-VI thru D-IV thru D-IV
DESIGN AIRCRAFT
Heavy Transport Light transport, Business jet Light twin, Light twin and
business jet turboprop, light single piston
business jet
MINIMUM LAND REQUIREMENTS
Runway Safety 136 acres 136 acres 62 or 40 acres 36 acres
Area
Runway as required by 160 acres 160 acres 60 or 50 acres 25 acres
Protection Zone hub size
Landside 24 acres 24 acres 24 or 12 acres 12 acres
Development
RUNWAYS
-length * 5,000 5,000 5,000' or 4,000 3,200
-width as required by 100' 100' 75' or 60' 60'
critical aircraft
-strength ** 30,000 Ib. 30,000 Ib. 30,000 Ib. or 12,500 Ib.
12,500 Ib.
-lighting *** HIRL MIRL MIRL MIRL MIRL
TAXIWAYS
-type Full parallel Full parallel Full parallel Full or partial Stub taxiway to
parallel apron, Runway
turnarounds
APPROACH
-type Precision Precision Non-precision Non-precision Visual
-visibility 200’- %> mile 200’- %2 mile 250’'- 3 mile LPV  400'- 1 mile LPV Not applicable
minimums
SERVICES
Full range Full range Terminal, Terminal, Telephone
restrooms, restrooms,
telephone, avgas, telephone, avgas,
Jet A, attended Jet A, attended
18 hrs. 16 hrs.
* Runway length is for sea level and would increase at higher altitudes; see AC 150/5300-13 and 150/5325-4.
** Single-wheel landing gear.
i High (H), Medium (M) and Low (L) Intensity Runway Lighting.
Source: Texas Department of Transportation, Aviation Division, 2010.
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Aviation Activity Forecasts

The State Economy

The overall health of the air transportation industry is closely linked to the health of the national
economy, and within Texas, to the health of the Texas economy. The first part of this section provides
an overview of how the Texas economy has been performing relative to the national economy. Since
several of the forecasts provided later in this section are based on Texas’ share of a national forecast, it
is important to understand how Texas is expected to grow with respect to the nation as a whole.

Figures 1-4 show the fluctuations in the Texas economy during the 1990s and through 2007. During the
period 1990 to 2007, the Texas gross state product, shown in Figure 1, grew at a faster rate than the
national gross domestic product with 2003 and 2005 being the lone exceptions. The Texas Comptroller
of Public Accounts forecasts that Texas will continue to grow at levels slightly higher than the nation as
awhole through 2035. Texas’ share of the U.S. economy ranges from 7.84 percent in 2007 to a forecasted
9.63 percent in 2035.

Growth rates for Texan’s personal income, shown in Figure 2, was also higher than U.S. growth rates for
each year during the period 1991 to 2007 except for 2002. Personal income is forecast to continue to
grow at rates slightly faster than the nation through 2035. Texas' share of personal income was 7.67
percent of the U.S. total in 2007 and it is forecast to be 5.62 percent in 2035. This share increase is in
some part due to the idea that population growth in Texas expected to increase at a rate faster than
that of the country as a whole.

The state’s population, shown in Figure 3, grew solidly from 1991 thru 2007 and, in some years,
approached and/or exceeded rates twice that of the nation. This general trend is expected to continue
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for the next few years before tapering off after 2011. Growth rates exceeding those of the nation are
expected through 2035. In 2007, the state population was 7.92 percent of the U.S. population. By 2035,
it is expected to increase to 10.57 percent of the nation’s population.

Texas’ nonagricultural employment, shown in Figure 4, increased each year from 1991 to 2007 with the
exception of 2002 and 2003 when it dropped 1.13 percent and 0.26 percent, respectively. This growth
occurred at a rate faster than that of the U.S. in every year except two, 1999 and 2003. For these two
years, there was only a slight difference. Texas’ nonagricultural employment was 7.53 percent of U.S.
employment in 2007. This is expected to grow to 9.75 percent of the U.S. total in 2035. As with personal
income levels, this is in part due to the population growth that is expected to occur in the state.

The Texas and national economies demonstrated solid growth throughout the 1990s to 2007 with Texas
growing at rates above the national rates. These trends are forecast to continue for the near future.
Using 2008 data, if Texas were a country, its economy would rank 12th in the world according to the
Comptroller of Public Accounts. The Texas economy is robust with employment, income, and population
growing at healthy rates. All of this points to solid growth in the air transportation sector as well.

Looking ahead, Texas is poised for economic growth that exceeds that of the U.S. It is also expected to
continue its role of leading the way in international trade. For seven years running, Texas has ranked first
in export revenues. In addition, the state’s two largest airports, Dallas-Fort Worth International and
George Bush Intercontinental in Houston serve as major hubs both domestically and internationally. In
2008, Dallas-Fort Worth International and George Bush Intercontinental in Houston ranked 7th and
16th in the world for passengers served. While the state and country rebounded from the economic
weakness displayed from 2000 to 2003, the forecasts of these key economic indicators show that the
recession that began in late 2008 continues to impact the economy. As can be seen in the indicators
shown in Figures 1 through 4, economic recovery is expected to start in 2010. Although the air
transportation industry and the country as a whole are currently experiencing difficult times, the
forecasts hold out hope for a recovery in the coming year and are positive signs for the industry and
nation.
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FIGURE 1. GROSS STATE/NATIONAL PRODUCT GROWTH RATES
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Source: Texas Comptroller of Public Accounts and HIS Global Insight, Inc.

FIGURE 2. PERSONAL INCOME GROWTH RATES
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Source: Texas Comptroller of Public Accounts.
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FIGURE 3. POPULATION GROWTH RATES
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Source: Texas Comptroller of Public Accounts.

FIGURE 4. NON-AGRICULTURAL EMPLOYMENT GROWTH RATES
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Source: Texas Comptroller of Public Accounts.
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The Effect of the Economy on Aviation

The expansion of the global economy since 1990 has had a major impact on the demand for commercial
aviation services. Figures 5 and 6 show the number of passenger enplanements and Texas’ percentage
of U.S. enplanements, respectively, at Texas Commercial Service airports from 1990 to 2007. The number
of enplanements grew steadily from 1990 to 2000 before falling off due to events related to the terrorist
attacks of September 11, 2001. This was followed by an economic downturn indicated by drops in some
economic indicators. The economic difficulties of the airlines and the industry as a whole were
compounded by the SARS (Severe Acute Respiratory Syndrome) epidemic and the high fuel prices that
airlines continue to endure through 2008. Airline activity and economic activity both began to recover
in 2004 and passenger enplanements exceeded pre-9/11 levels in 2005 and continued to increase in
2006 and 2007. Figure 6 shows the decline in Texas’ share of enplanements as a percentage of all
enplanements. Currently, this share is at 9.35 percent down from over 10 percent in the early 1990s but
up from below 9.0 in 2005. Texas, with 7.84 percent of the U.S. gross domestic product, 7.67 percent of
the personal income, and 7.92 of the population, has 9.35 percent of the nation’s passenger
enplanements. Texas continues to be an above average user of commercial aviation.

FIGURE 5. TEXAS AIR CARRIER ENPLANEMENTS
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Source: FAA APO Terminal Area Forecast Summary Report — 2008 Scenario.
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FIGURE 6. TEXAS AIR CARRIER ENPLANEMENTS (PERCENTAGE OF U.S.)
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Source: FAA APO Terminal Area Forecast Summary Report — 2008 Scenario.

The impact of the U.S. and Texas economies on general aviation has been steady since 1999. Figure 7
shows that the number of hours flown by general aviation aircraft registered in Texas ranged from
nearly 3,000,000 in 2000 to a low of slightly more than 2,000,000 in 2002. Despite these fluctuations,
general aviation hours flown is expected to grow in the next few years. This appears to be the case
already as the downward trend was reversed in 2007. Texas' share of the U.S. general aviation hours
flown has also fluctuated since 1999 as shown in Figure 8. With a 2007 share of U.S. hours of about 8.80
percent, Texans' usage of general aviation is higher than its 7.92 percent share of the U.S. population.

Another important activity indicator is the trend in general aviation aircraft shipments shown in Figures
9 and 10. Shipments of turbine aircraft (turboprop and turbojet) ended their general downward trend
in 1992 and have increased since that time but not without experiencing some fluctuations. More
recently, these shipments peaked in 2001 before experiencing another drop-off. This decline was
reversed as shipments increased from 2004 thru 2008 when shipments reached the highest levels since
1981 (1,307 turbine aircraft shipped). It should be noted that, in 1981, significantly more turboprop
aircraft were delivered than turbojet. Today, that trend is exactly opposite.

Turbine activity increased following September 11,2001, as general aviation became a more viable way
to travel as new security measures began to hinder commercial aviation. This, along with the advent of
fractional ownership programs and a new array of turbine aircraft on the market fueled the demand for
high-end general aviation aircraft. This general trend is expected to continue but not necessarily
without fluctuations along the way. The national and global economic slowdowns and the recent
challenges associated with the negative perceptions of business jet travel will likely have some impact
as corporations reduce their business jet travel. However, corporate use of General Aviation is a valuable
and efficient tool and its use is expected to increase as economic conditions improve.
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The large influx of Very Light Jets (VLJs) has yet to fully materialize across the country but several
models are expected to be utilized by companies and individuals. These very light jets that are
beginning to hit the marketplace offer users turbine aircraft at a much more affordable level than ever
before. These types of aircraft are anticipated being used primarily by corporations and wealthy
individuals. Additionally, some air taxi operators still hold out hope for utilizing these types of aircraft
despite recent failed attempts and difficult economic circumstances.

Shipments of single-engine and multi-engine piston-powered aircraft declined from 1980 to 1994 but
recovered significantly in the years that followed. The vast majority of piston shipments are single-
engine aircraft which increased from 444 aircraft in 1994 to 1,700 in 2008. Multi-engine shipments were
55in 1994 and 91 in 2008. As shown in Figures 9 and 10, both of these categories have seen shipments
fall from more recent highs. Since 1994 single-engine aircraft shipments peaked in 2006 with 2,208
while multi-engine shipments peaked in 2001 with 147 aircraft. These are the types of aircraft typically
owned by small businesses and by individuals. In 1995, the sale of piston-powered aircraft began to
increase in part due to changes following the 1994 General Aviation Revitalization Act.

FIGURE 7. TEXAS GENERAL AVIATION HOURS FLOWN
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FIGURE 8. TEXAS GENERAL AVIATION HOURS FLOWN (PERCENTAGE OF U.S.)
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FIGURE 9. U.S. SHIPMENTS OF GENERAL AVIATION TURBINE-POWERED AIRCRAFT
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Source: General Aviation Manufacturers Association.

FIGURE 10. U.S. SHIPMENTS OF GENERAL AVIATION PISTON-POWERED AIRCRAFT
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Historically, there has been a strong relationship between the economy and the demand for aviation
services. Business today is conducted over great distances. Markets are not only nationwide, but also
global. The digital age and air transportation have allowed the decentralization of management and
many service and manufacturing activities are now located great distances from corporate offices.
Manufacturing is no longer clustered in the industrial cities of the East and Midwest. Not only have
manufacturing facilities spread to other regions of the country but many have developed abroad. In
addition, overnight courier and express air service is available nationally and internationally.

Texas' larger cities are well served by both the commercial airlines and general aviation businesses.
Texas residents make frequent use of commercial service for intrastate and interstate travel. According
to the Air Transport Association (ATA), the Houston-Dallas/Ft. Worth market continues to be one of the
most heavily traveled airline route segments in the nation ranking 14th among domestic airline markets
in 2007 while the Dallas/New York market ranked 17th.

Twenty-five Texas cities are served by the airlines, with the smaller communities being served using
turboprop aircraft and/or regional jets. Airports in the larger cities have seen increases in passenger
traffic and have recovered from the levels seen following the September 11, 2001, terrorist attacks. They
have also been less affected by airline financial problems. Dallas/Fort-Worth International Airport had
increased enplanements every year from 2002 to 2006 followed by a slight drop off in 2007. Houston
Intercontinental Airport also increased enplanements from 2002 to 2007. Service in smaller communities
has been more volatile as the number of flights fluctuates as well as changes in operating partners, level
of service and type of aircraft.

It was expected that most communities in Texas with air service would have regional jet service by this
time. However, financial difficulties and structural changes in the airline industry precluded that from
happening. This has been compounded by the economic recession that started in December 2007.
Some smaller cities have it, while others had it and lost it. Some airlines serve some cities with a

Texas Airport System Plan Update 2010



Aviation Activity Forecasts

combination of jet and turboprop service. This depends on the level of service and operating partner
of the larger airline as the airline service in the smaller communities is provided by operating partners
of Continental Airlines and/or American Airlines and include service to their hubs in Houston and
Dallas/Fort Worth, respectively. Commercial service was recently discontinued at Houston’s Ellington
Field but was added in Del Rio. Air service to smaller communities in Texas is evolving as it is across the
country. Many communities have been left with no or diminished air service following the financial
difficulties and multiple bankruptcies that occurred in the industry. Turboprops remain the backbone
of this service and are expected to remain so in the near term.

To many people, air transportation means service only by commercial air carriers. However, a primary
objective of the TASP is air access to all parts of Texas. Most cities will not attract commercial air service
due to the limited market represented. Nonetheless, these same cities are choice locations for new
business development and expansion of existing businesses. Since businesses are increasingly
dependent on air access, it is the TASP’s goal to have as many Texas economic centers as feasible be
accessible by business aircraft. Those communities not expected to attract scheduled commercial
service or business turbojet aircraft can benefit from air access by single-engine and multi-engine
piston-powered and turboprop general aviation aircraft. Access by these types of aircraft is important
for agriculture, oil and gas exploration and production, banking, real estate development and many
other economic activities.

Texas has made great strides in diversifying its economy by adding many high-tech, manufacturing and
service industries that complement the traditional natural resource and agriculture economic base. To
remain competitive, Texas must offer services and facilities comparable to those available in competing
locations in other states and nations. An airport is one of the facilities that businesses consider in
determining sites for development or relocation. Continued development of the Texas Airport System
is an important element in the future growth of the state’s economy.

Aviation Activity Forecasts

Growth in aviation activity over the next 10 years is expected to be driven by continued growth in both
commercial aviation and general aviation. Commercial aviation continues to see near-term capacity
reductions as airlines decrease the number of available seats. However, growth in the longer run is
expected to be strong. General aviation growth is largely driven by the Business/Corporate sector
including the development and production of less-expensive, twin-engine business jets. This includes
microjets or very light jets which may lead to the advancement of a comprehensive air taxi network.
The TASP aviation activity forecasts are based primarily on the Federal Aviation Administration’s (FAA)
“Aerospace Forecasts, Fiscal Year 2009-2025." As discussed earlier, the Texas economy is expected to
grow at a rate above the U.S. growth rate. Similarly, Texas aviation activity growth rates are expected to
grow at somewhat higher rates than the average growth rates for the nation. The TASP forecasts were
prepared using a top-down methodology where national activity forecasts are allocated to the state.
The allocation of activity is based on the historical ratio of state-to-national activity and the trend that
relationship has taken in recent years.
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Forecast Summary
Figures 11 through 16 show the forecast summaries for commercial passenger and general aviation
activity. The details are discussed separately in the following sections.

Commercial Service

The commercial aviation industry continues to face challenges despite increases in passenger
enplanements. Most of the airports in the state have exceeded their pre-9/11 enplanement levels. There
continues to be growing optimism as the number of passengers continues to grow. Competitive
airfares and a strong economy are expected to drive future aviation demand.

The number of enplanements at Texas’ Commercial Service airports increased 8.47 percent between
2000 and 2007 and is shown in Table 1. During the same period, enplanements nationwide increased
7.19 percent. This period of modest growth includes the terrorist events of September 11, 2001. It also
coincided with a period of economic recovery. The latter part of this time period also coincides with the
onset of an economic recession that officially began in December 2007. Of the 27 Commercial Service
airports in the state, 12 declined in enplanements over this seven-year time period while 13 increased.
One airport city (Killeen) switched service to another facility while another airport, Houston Ellington
Field, lost service altogether. Del Rio added passenger service in 2005 with service to Houston
Intercontinental Airport.

Corresponding to the decrease in the number of passengers was the cutback in service to the smaller
airports. Passenger enplanements are greatly affected at these facilities because of the limited number
of flights per day. In 2007, enplanements at 12 airports were still below levels seen in 2000. For the most
part, these airports have upward trends or have shown signs of stability. Passenger levels at Beaumont
and Victoria remain significantly below 2000 levels with 2007 enplanements well below 2005 levels.
Both Tyler and Wichita Falls decreased from 2005 to 2007. In Tyler, enplanements were still well above
2000 levels. In Wichita Falls, 2007 enplanements were only down slightly from 2005. Small community
air service remains a major problem for cities across the country with many losing service altogether or
seeing reductions in their level of service.

As the state economy grows, the number of enplanements at Commercial Service airports in Texas is
forecast to increase at an average annual rate of about 2.64 percent through the 2025 planning period.
The national enplanement average annual growth rate is approximately 2.29 percent. Enplanement
forecasts at Texas airports that currently have scheduled service are also shown in Table 7.

Texas Airport System Plan Update 2010



Aviation Activity Forecasts

/002 YybnoJy) elep |ed101SIH 910N
01IeU3DS 00T — 10day Alewwing 15833104 Baly [eUIWIR] OdY VY4 :924n0S

£26'9TT'VOL  6EV'SLO'T6 SL6'8EV'6L 6££°726'89 9095990 ST9'OVL'S9 00£°969'LS 6LT'9¥1'S9 62S'V8LLS 806°ESE'6t leoL

159’8t 1+9'8y 1+9'8 159’8t 1679 ozl'Ly 809'6€ 596'SS 8/0'79 799’65 siled eNydIM

£L1'8T1 €16'601 Y6746 €608 95t/ T6'0L SL6'6Y 79t'€9 v16'65 ey oem

SSS'LL 0401 L16'6 1616 68'8 SLLLL S/2'0L LZE'6L 989'81 60972 BLIODIA

8v0'/21 L6z'zll 05266 TeLL8 LLVLL €218 ¥S8'€S ¥59'7L £66'7L LLE'09 19IAL m

L€T95 ¥T'0s LLZ'Sy 0vS'0Y 087'sg €/5'€e ¥€9'sT 7080 SyS'sy [29'L¥ euexJexaL m

11¥'989'S 797'886'7 £28'8LE"Y 897'0v8'€ Tv9'€06' 8€5'17S'E SYS'LTL'E 897'SES'E 952'990'€ 856'189' oluoluy ues ]

Y0622 9,701 9v/'19 60€'59 8€/'69 $8/'€9 889'cH 62E'rY 026'7S 6085 ojabuy ues ﬁ

87/'699 LvT'165 109'67S 18L'L8Y S18'68Y £05'6EY YEE'66E TSLSLYy 80£'€95 SST'Y8S pue|pIN W.

059795 885505 0z8'7sy 099'50% 0L9'LLY 0L6'LYE LEY'E9T 800°0Z¢€ se8'8ze 891°0€7 ua|[YaW c

Y6'E6L 115 9/1'099 16%'209 vLL'SLS LLE'SYS 916705 67'8LS Y9765 £19'619 ¥pogan m

S16'SE LET'EE $69'0€ £5£'8C 9/0'97 0S2'€T 72067 9L€'vE L68'EE £19'8€ eI £

9/5'081 YEY'ESL 87/'0€1 vELLLL LSZ'0LL L+5'€6 oLz'sL 1906 86179 6765 opaie] .m

- - - - - - 90176 71086 6£6'95 LEE'LY a3y cV..

v8/17128 £20'09%'¢ 556'/5E'€T L16'90'61 £/6'089'0C LLY'8E9'8L 880'7€6'S1 /678191 9zZT'Y6Y'LL 87T'/T1'8 [PIUBUNUODIBIU| UOISNOH ..S..

£29'9%9' £VT'LL'S £0S'SYL'y 020'LSE'Y 058617t £VS'LV6' 196’169 Tov'LEE Y LOV'ST6'E 80/'686'€ AqqoH uoisnop —0.

. - - - - - 161 6907y SoL'Ly 505'61 pIai4 uoiBUI||3 UoISNOH m

016'609 000455 659'505 SLS'€9Y ZEE0VY L¥S'6TY €€/'T6€ LLE'89Y 9££'005 YOY'ZES uabuipeq m

L£8'681 L£8'681 L£8'681 LE8'681 zeLs6l 0£6'€51 65l S6£'81 - - il M
U33][1)i/POOH 3104 P

oTT'ETL'T €€0'916'L 81,'62L'L 160795'L €69'9/9'L YOvyLY'L vL6'8LE'L 89€'789'L 650°198'L 65t'S/9'L oseq [3 _m

VL1 vL'LL VL1 VL1 o8€’/1L 8€9'/ - - L¥6 - o1y [pa

¥9/'80v'6€ ¥96'017'SE S9/'05€°L€ 719'199'1T 612'00t'8¢ YE096'/T 185'109'7T £98'199'87 18T'L16'0C 9£5'697'7C YLOM "14/5el[eq

1¥9'05Y'8 919'8€9'/ £95%9T'S $88'090'% 8€/'T16' 8v0'/£6'C [81'€8L'T YSYIYS'E L9Z'8LY'E ¥05'%88' an0T se|led

YSL'YES STv'/8Y £00'9% 6v2'60% vL9'8LY £9E'ELY £48'85€ 7€9'vhh 6€8'/05 629'55Y nsuyd sndiod

£95'S1LL S51'901 ¥S'L6 019'68 0£8'68 65078 655'29 5976 187's8 578'6L uoness 363j0d

925'8zL 09t'9LL LES'S0L €€9'56 797’16 L9g'EL £80'09 06£'£9 6vL'8L 6L1 a|jiAsumolg

LL9'LS LLE'9Y 995'LY €0€'L€ zsg'se ¥8Y'SS LE6'sy v11'26 €€0'TLL LLVELL Juowneag

87158/ 08£/890' 20LThv'y LST'S68'S yLO'LLLY LEE'009'E 196'£S1'E £S€'S85'E 60£'759' S06'LEL'T unsny

762'595 ¥SLTES SYS'E05 Lv8'8Ly 6£5'SSt LTEThy 628'78€ £9V'Stiy £12'59% £ET'ESH ojjuewy

S09°101 806'96 LSY'T6 £61'88 £05'06 vLY'sL 9919t 9£7'SS L£9'29 £90'7L au3|Iqy

S661L yoday

SLYOdYIVY ADIAYIS TYIDYIWINOI SYXIAL 1Y SLNIIWINVIdNI YIDON3ASSVd TVNOILVNYILNI ANY JILSINOA 40 LSVI3HUO04 *£379VL



Aviation Activity Forecasts

The FAA's Terminal Area Forecast shows that most of the increased enplanements will occur at the seven
busiest airports. These airports are: Dallas/Fort Worth International, George Bush Intercontinental in
Houston, Houston Hobby, Dallas Love, San Antonio International, El Paso International and Austin-
Bergstrom International Airport. According to the Air Transport Association, DFW ranked as the third
busiest domestic airport as measured in passenger enplanements and George Bush Intercontinental
ranked as the eighth busiest in 2007.

The Dallas-Fort Worth International Airport is the major Commercial Service airport in Texas and also
serves the south central U.S. as a major hub. In 1999, DFW accounted for more than 42 percent of the
state annual enplanements. In 2007, it accounted for 40 percent of the state total. The airport is the
principal hub for American Airlines and until 2004 was a major hub for Delta Airlines. Capacity at DFW
and within the Dallas/Fort Worth metropolitan area will continue to be a concern throughout the
planning period as 15 million additional passenger enplanements are expected at the region’s two
Commercial Service airports in 2025.

FIGURE 11. TEXAS PASSENGER ENPLANEMENTS
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.
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FIGURE 12. TEXAS GENERAL AVIATION ACTIVE AIRCRAFT
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.

FIGURE 13. TEXAS GENERAL AVIATION ACTIVITY
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.
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FIGURE 14. TEXAS PILOTS
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.

FIGURE 15. TEXAS GENERAL AVIATION FUEL CONSUMPTION
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.
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FIGURE 16. TEXAS COMMERCIAL AVIATION FUEL CONSUMPTION
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.

General Aviation Forecast

The general aviation industry continued to fluctuate during the 2000 to 2008 period. Piston aircraft
shipments fluctuated in a range between 1,700 and nearly 2,300 aircraft per year. Turbine aircraft
shipments reached a 27-year high while turbojet shipments reached an all-time high. In the years
following the General Aviation Revitalization Act of 1994, the industry has grown and prospered. This
resurgence has been characterized by the development of new technologies, new aircraft manufacturers
entering the market, and a strong economy. Texas’ share of the nation’s active general aviation fleet
began to decline in the early 2000s, but began to increase in 2004 as Figure 17 shows. Strong growth
in aircraft shipments from 2003 to 2007, the deployment of new technology/aircraft and the
development of the light sport pilot license point to optimism for the future of the general aviation
industry.
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FIGURE 17. TEXAS SHARE OF U.S. GENERAL AVIATION AIRCRAFT
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.

In 1994, the general aviation aircraft manufacturing industry shipped only 929 aircraft — one of the
lowest numbers in general aviation history. In 1998, the industry shipped 2,212 units and in 2000
shipments reached 2,816 units. The 2,200 units shipped in 1998 is the first time since 1985 that total
shipments exceeded 2,000 units. In 2008, shipments reached 3,079 units and factory net billings
exceeded $13 billion. Although it is difficult to predict long-range trends, all indications point toward
an optimistic future.

Sales of single-engine piston-powered grew steadily from 2003 to 2006 before falling off in 2007 and
2008. Much of the growth is due to manufacturers introducing new and updated models. In 2002, 1,366
single-engine piston-powered aircraft were shipped compared to only 444 in 1994, the lowest year. In
1998, Cessna manufactured half of the single-engine piston-powered aircraft followed by New Piper
with 239 units, Mooney with 93 units, and Raytheon with 93 units. In 2008, nearly 10 years later, Cessna
continued to lead the way in worldwide production with 733 units followed by Cirrus Design with 549
units, Diamond Aircraft with 223 units, and Piper with 216 units. Together, these four companies
accounted for 81 percent of all worldwide deliveries in this segment.

In 2006, the industry had a resurgence in multi-engine piston aircraft deliveries. In 1998, 94 twin-engine
piston-powered aircraft were shipped compared to 39 in 1993, the lowest year. The number of multi-engine
piston aircraft delivered increased to a 15-year high of 147 in 2001 and has since fluctuated from 130 in
2002 to 52 in 2004 to 91 in 2008. The twin-engine piston-powered aircraft deliveries that were once split
about evenly between Raytheon and New Piper are now dominated by Diamond Aircraft. Eighty-five of
their DA-42 Twinstar aircraft were delivered. Other multi-engine piston aircraft delivered worldwide in 2008
include those manufactured by Raytheon (40 Beech Barons) and Piper (27 Senecas and 24 Seminoles).
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In the early 2000s, there was decline in the number of turboprop aircraft deliveries. Units delivered
dropped from 421 in 2001 to 163 in 2003. These have steadily increased in recent years and reached 333
in 2008. Hawker Beechcraft Corporation continues to dominate the turboprop market with its King Air
aircraft which accounted for 172 of the aircraft delivered in 2008. Other manufacturers of turboprop
aircraft include Cessna (101 units), Pilatus (97 units), Socata (60 units) and Piper (52 units) who
manufacture the Caravan, PC-12, TBM 700/850 and Meridian aircraft lines, respectively.

Deliveries of business jet aircraft also reached record levels in 2008 following several years of solid
growth since 2003. The business jet market has grown significantly since 1994 when deliveries were 222
units. This grew to 600 in 2001 before dropping in the early 2000s. Shipments in this segment grew by
nearly 149 percent from 2003 to 2008. Leading the market in 2008 with 466 units delivered was Cessna
followed by Bombardier with 247 units, Hawker Beechraft with 160 units and Gulfstream with 156 units.
Together, these four companies accounted for 78 percent of all worldwide deliveries of business jets.
Eclipse Aviation, which has ceased operations, delivered 161 Eclipse Jets in 2008. The Eclipse Jet is one
variety of the oft-mentioned Very Light Jets (VLJs).

Innovations and technology advances are stimulating demand for new aircraft. More individuals and
companies are turning to general aviation as these innovative technologies continue to improve safety
and the costs associated with operating aircraft. The U.S. remains the single largest producer of general
aviation aircraft and, as a result, will benefit from growth globally as well as nationally. Perhaps the most
compelling change in the business jet segment concerns the VLJs or microjets. These aircraft have a
maximum certificated takeoff weight of less than 10,000 pounds. These aircraft are expected to cost
between $1 million and $3 million, be certified for single-pilot operations and have a range of 1,000 to
1,500 miles. Expected uses for these aircraft include air taxi service, business/corporate and personal
use. Although the VLJ segment has had some difficulties in recent years, jets have been delivered and
manufacturers continue moving forward with the design and production of a variety of models. At the
other end of the spectrum, light-sport aircraft deliveries are expected to increase as well. These aircraft
have a maximum gross takeoff weight of less than 1,430 pounds and a maximum air speed of 120 knots.
This segment is expected to grow at five percent per year from 2008 to 2025, more than doubling from
approximately 7,000 to nearly 16,000.

Technology advances in aircraft include glass panel avionics, enhanced vision systems, lightweight
materials, safety systems and more efficient engines. Technological advances are expected to result in
major innovations during the next decade further reducing the cost associated with manufacturing
and operating aircraft. Industry/NASA-sponsored programs such as the Advanced General Aviation
Transport Experiments (AGATE) and the Small Airplane Transportation System (SATS) could continue to
have major positive impacts on general aviation during the next decade.

Fractional ownership of general aviation aircraft is not a new concept, but it has grown quickly and is
now a mainstay in the industry. The General Aviation Manufacturer’s Association (GAMA) reports that
the number of aircraft under fractional ownership programs increased 6.2 percent in 2008 to 1,094.
GAMA further reports that the number of companies in the U.S. that own a share of an aircraft through
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such a program increased in 2008 by 6.2 percent to 5,179. More recently, fractional ownership programs
have emerged that offer single-engine general aviation aircraft.

Historically, the ratio of active pilots to active aircraft in Texas has remained stable ranging from 2.33 to
2.89 to one. This suggests that if the number of pilots increases, growth in aircraft sales will follow. The
total number of pilots in the U.S. dropped in 2006 for the fourth consecutive year. Texas has seen a
similar trend although the state increased its pilot numbers from 2006 to 2007. This decline occurred
most notably in private pilot and student pilot categories. These numbers pose some risk to future
demand particularly among piston-powered aircraft but also to the future need for pilots. General
aviation industry programs such as the Aircraft Owners and Pilots Association’s “Project Pilot” and the
Experimental Aircraft Association’s “Young Eagles” are aimed at increasing the number of pilots.

Fleet Forecast

The forecasts for active general aviation aircraft, shown in Figures 18, 19 and 20, indicate that the
number of active general aviation aircraft will increase modestly over the planning period. The FAA
expects the total general aviation fleet to grow at an average annual rate of 1.0 percent from 2008 to
2025. Texas' share is expected to mirror that rate. The largest percentage increase is expected to occur
in the number of sport aircraft which are expected to grow at 5.0 percent per year from 2008 to 2025,
followed by turbine-powered aircraft, particularly turbojets which are expected to increase at an
average annual rate of 4.8 percent from 2008 to 2025. The number of single-engine aircraft is forecast
to increase at an average annual rate of 0.1 percent over the same period. The number of multi-engine
piston-powered aircraft is expected to decrease at average annual rate of 1.0 percent while the number
of piston rotorcraft is expected to increase at average annual rate of 3.9 percent.

Overall, Texas is expected to maintain a level of 8.31 percent of the total U.S. fleet of active general
aviation aircraft through the 2025 planning horizon. This is a slight increase from years past.
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FIGURE 18. TEXAS ACTIVE GENERAL AVIATION AIRCRAFT FLEET
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.

FIGURE 19. TEXAS ACTIVE GENERAL AVIATION AIRCRAFT FLEET
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.
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FIGURE 20. TEXAS GENERAL AVIATION AIRCRAFT FLEET
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.

Registered Aircraft

Historically the largest numbers of registered general aviation aircraft are found in the state metropolitan
areas. In 2009, the last year for which FAA data is available, 81 percent of the general aviation aircraft
were based in Texas’ 27 Metropolitan Statistical Areas (MSA). Table 8 shows the number of aircraft that
are registered in each Texas MSA.
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TABLE 8. TEXAS REGISTERED AIRCRAFT BY METROPOLITAN STATISTICAL AREA (MSA) IN 2009

. Registered
Counties Agircraft
Abilene Callahan, Jones, Taylor 198
Amarillo Armstrong, Carson, Potter, Randall 395
Austin-Round Rock Bastrop, Caldwell, Hays, Travis, Williamson 1,572
Beaumont-Port Arthur Hardin, Jefferson, Orange 306
Brownsville-Harlingen Cameron 312
College Station-Bryan Brazos, Burleson, Robertson 253
Corpus Christi Aransas, Nueces, San Patricio 436

Collin, Dallas, Delta, Denton, Ellis, Hunt, Kaufman, Rockwall,

Dallas-Fort Worth-Arlington e 9,337
El Paso El Paso 480
Houston-Baytown-sugarLand L Lo aler SIS
Killeen-Temple-Fort Hood Bell, Coryell, Lampasas 293
Laredo Webb 97
Longview Gregg, Rusk, Upshur 314
Lubbock Crosby, Lubbock 425
McAllen-Edinburg-Pharr Hidalgo 391
Midland Midland 483
Odessa Ector 195
San Angelo Irion, Tom Green 196
San Antonio C\;cielass(c)zsa, Bandera, Bexar, Comal, Guadalupe, Kendall, Medina, 1,893
Sherman-Denison Grayson 222
Texarkana Bowie, Miller (AR) 174
Tyler Smith 225
Victoria Calhoun, Goliad, Victoria 168
Waco McLennan 297
Wichita Falls Archer, Clay, Wichita 281
TOTAL MSA (81% of state) 25,104
TOTAL TEXAS 31,018

Source: FAA, Aircraft Registry 2009.
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Flight Activity

Flight activity is closely related to the number of active aircraft and Texas’ share of the national activity
is forecasted to be 8.63 percent of the national total. Nationally, according to the FAA Aerospace
Forecasts, the number of general aviation hours flown is expected to increase at an average annual rate
of 1.8 percent from 2008 to 2025. Most of the increase reflects increased flying by corporate and
business aircraft. Hours flown by turbine aircraft are forecast to increase at a rate of 3.6 percent over the
same period.

Single-engine flight hours, shown in Figure 21, will increase slightly at an average annual rate of 0.5
percent, while flight hours for turbojet aircraft, shown in Figure 22, are expected to increase at an
average annual rate of 5.2 percent per year from 2008 to 2025. This large increase is due in part to the
introduction of very light jets but also to the new models of business jets introduced at various price
points and cabin classes. Aircraft operations are also expected to bottom out and begin increasing in
the next decade with single-engine activity beginning to show a reversal of its recent trend in the
coming Yyears. Turbine aircraft operations are expected to continue their upward trends that began in
2006. Figures 23 and 24, respectively, show the forecasts for single-engine aircraft operations and other
aircraft types in Texas.

FIGURE 21. TEXAS GENERAL AVIATION AIRCRAFT FLIGHT HOURS (SINGLE-ENGINE)
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.
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FIGURE 22. TEXAS GENERAL AVIATION AIRCRAFT FLIGHT HOURS

900 —
B Multi-Engine B Turboprop O Turbojet ERotor
800 | |
700 _ |
0
'g ||
H] 600 —
w
3 =
° -
S 500
£
e
S 400
(-]
E —
L
=
[-]
T

2000 2001 2002 2003 2004 2005 2006 2007 2010 2015 2020 2025
Year

Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.

FIGURE 23. TEXAS GENERAL AVIATION SINGLE-ENGINE AIRCRAFT OPERATIONS
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.
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FIGURE 24. TEXAS GENERAL AVIATION AIRCRAFT OPERATIONS
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.

Pilots

The FAA Aerospace Forecasts indicate the number of total pilots is expected to increase at an average
annual rate of 0.5 percent per year from 2008 to 2025. Texas is expected to have approximately 7.8
percent of the nation’s total pilots during this time period and this is similar to its share in the past
several years. In 2007, the last year for which historical data is available, the U.S. had 590,349 pilots and
Texas had 47,153. Figure 25 shows the distribution of these pilots by certificate.
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The number of private pilots has been on the decline in recent years and this trend is expected to
continue into the forecast years before reversing the trend sometime in the middle of the planning
period. The number of private pilots is expected to remain flat from 2008 to 2025 indicating an average
annual rate of growth of zero percent. The number of student pilots has been fairly stable in recent
years but is expected to grow at an annual average rate of 0.4 percent from 2008 to 2025. The number
of commercial pilots and airline transport pilots are expected to grow at 0.6 and 0.3 percent, respectively,
on average per year over the same time period.

The number of recreational pilots is also expected to remain unchanged in favor of the newly created
sport pilot certificate. The number of sport pilots is expected to grow from 2,623 in 2008 to 20,600 in
2025 an average annual rate of 12.9 percent. Texas is expected to have a large share of sport pilots and
this should play a significant role in stimulating interest and activity in general aviation.
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FIGURE 25. TEXAS ACTIVE PILOTS BY TYPE OF CERTIFICATE
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Source: FAA Aerospace Forecasts Fiscal Years 2009-2025 and Texas Transportation Institute, TASP Forecasts, 2009.

Fuel Use

Federal taxes on general aviation fuel provide funding for the federal Airport and Airways Trust Fund
used to finance airport and airway development. As such, fuel consumption is an important measure
and is critical to the growth, development, and maintenance of the aviation industry. General aviation
fuel consumption is expected to grow by 3.1 percent per year on average from 2008 to 2025 according
to the FAA Aerospace Forecasts. Most of this will be jet fuel as opposed to aviation gasoline (AVGAS).
Figure 26 shows the forecasts for Texas General Aviation fuel consumption by fuel type.

The use of AVGAS by piston-powered general aviation aircraft has fluctuated from 2000 to 2008 but is
expected to remain flat at 0.0 percent per year from 2008 to 2025. The greatest growth is expected in
the turbojet category which is forecast to grow on average by 4.1 percent per year over the same
period. This is attributed to the expected growth in turbo jet aircraft and activity as noted earlier.
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FIGURE 26. TEXAS GENERAL AVIATION FUEL CONSUMPTION
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Source: FAA General Aviation and Air Taxi Surveys, FAA Aerospace Forecasts Fiscal Years 2009-2025, and Texas Transportation
Institute, TASP Forecasts, 2009.

Fuel used by turbine-powered general aviation aircraft will increase from 1.549 billion gallons per year
in 2008 to more than 2.868 billion gallons in 2025. AVGAS consumption is currently 349 million gallons
per year. Texas’ consumption is expected to be 8.63 percent of the nation’s total as fuel consumption is
expected to approximate activity as indicated by hours flown. This translates to 30.28 million gallons
and 133.20 million gallons of AVGAS and JetA, respectively, totaling 163.49 million gallons of fuel in
2007.From 2008 to 2025, general aviation’s use of Jet A is expected to grow at 3.7 percent per year while
AVGAS is expected to decrease at an annual rate of 0.1 percent per year. The combined annual rate of
growth for total fuel consumption for general aviation is 3.1 percent.

Fuel consumption by commercial aircraft in 2008 was 19.339 billion gallons. According to the FAA
Aerospace Forecasts, this is expected to grow by 2.5 percent per year from 2008 to 2025. In 2007, Texas
share of the total was approximately 9.30 percent or 1.820 billion gallons. Figure 27 shows Texas share
of fuel consumption for 2000 to 2025. Figure 28 shows the total fuel consumption for the state,
including both commercial and general aviation and is expected to grow from approximately 1.820
billion gallons in 2007 to more than 2.555 billion gallons in 2025.
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FIGURE 27. TEXAS COMMERCIAL AVIATION FUEL CONSUMPTION
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Source: FAA Aerospace Forecasts, Fiscal Years 2009-2025; FAA APO Terminal Area Forecast, Summary Report; and Texas
Transportation Institute, TASP Forecasts, 2009.

FIGURE 28. TEXAS AVIATION FUEL CONSUMPTION
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Source: FAA Aerospace Forecasts, Fiscal Years 2009-2025; FAA APO Terminal Area Forecast, Summary Report; and Texas
Transportation Institute, TASP Forecasts, 2009.
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TASP Implementation Costs

Introduction

The planning process described in a previous section of this report resulted in the selection of the
airport sites required to meet the TASP goals and the identification of the improvements needed at
those sites to implement the plan. This section of the report summarizes the costs of implementing the
plan and the timing of development.

The costs for each of the 294 airport sites are included on the development worksheets, which are
available under separate cover. The development worksheets itemize needed improvements and their
costs, assuming unconstrained funding.

The remaining sections of this report will discuss the financial implications of the plan and sources of
funding for system improvements.

Program Objectives

Improvements identified in the plan have been classified by the program objective addressed. The
classification of projects by objective makes it possible to set financial aid priorities for airport
improvements. The TASP objectives are identified in Table 9.

Implementation Schedule

The capital improvement needs of the system airports are identified in three increments: the 0 to 5-year
period, the 6 to 10-year period, and the 11 to 20-year period. For this summary report, however, only
the 0 to 5-year needs are included. Previous publications of the TASP included costs for the entire
20-year period; however, due to the uncertainty of realistically predicting these long-range airport
needs, the current TASP concentrates on the short-range time frame for only the General Aviation
airports, including Relievers. As previously mentioned, long-range needs continue to be included on
the development worksheets.

All costs are estimates and are given in 2010 dollars, although an inflation factor has been incorporated
into the unit costs. In general, the estimates reflect the average costs for the improvements identified
and do not reflect circumstances at a given airport. The improvements and costs for the earlier time
periods are more detailed and reflect current planning by the sponsors; however, some of the projects
programmed for the first five years may be shifted into later time periods. Some projects may also be
moved forward to earlier time periods.

To be eligible for federal funds under the FAA’s Airport Improvement Program (AIP), a TASP airport must
also be in the National Plan of Integrated Airport Systems (NPIAS). NPIAS airports are those identified
by the FAA as having significance to the national transportation system. At many NPIAS airports within
the TASP, there are additional improvements required for which the FAA will not provide funding
assistance. For this reason, Texas has its own funding programs to address improvement needs
identified through the planning process. Landside development items such as automobile parking and
terminal buildings for example are provided through state funding programs. Other items such as fuel
systems and hangars are shown as needs at our General Aviation airports where appropriate, and are
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eligible for federal funding only through the federal Non-Primary Entitlement Program. In order to
assess the overall financial impact of the plan implementation, projects that are ineligible for federal
funding are included since they are considered to be identified needs. Consequently, these needs
should be considered as part of the costs of implementation of the plan.

The planning process has attempted to identify a realistic improvement program for each airport; however,
it is recognized that not all sponsors may be able to implement the improvements for their airports as
shown nor will there necessarily be public funding available. There may also be improvements that have
not been identified in the plan which may become important in the future due to changing conditions.

Commercial Service Airports

Primary Commercial Service

Primary Commercial Service airports account for the largest share of improvement costs required over
the next 20 years; however, as mentioned in a previous section of this report, those costs are not
included in this publication due to the volatile nature of commercial airport needs and the difficulty in
obtaining consistent, up-to-date information. The Federal Aviation Administration handles all
Commercial Service Airport Improvement Program (AIP) funding.

Among the Primary Commercial Service airports in the TASP, the two large hubs - Dallas/Fort Worth
International and George Bush Intercontinental — account for 70.3 percent of the state’s scheduled
passenger enplanements. Those enplanements combined with the enplanements at the medium
hubs - William P. Hobby, Love Field, San Antonio International, Austin, and El Paso International -
account for a total of 92.4 percent of the state’s enplanements.

Not surprisingly, most of the primary commercial service improvements are programmed for these
airports which are expected to bear the brunt of increased enplanements in the immediate future. Most
of the improvements slated for these larger airports are generally related to increasing airport capacity.

Non-Primary Commercial Service

Currently, there is one Non-Primary Commercial Service airport in the plan. The implications of this role
classification are discussed in the section on financial assistance. No development costs are shown in
this category.

General Aviation

Relievers

Improvement costs for the 24 Reliever airports in the TASP represent 54 percent of the five-year
development costs. Projects needed to meet airport design standards account for the largest share of
the improvement costs at Reliever airports, followed by costs associated with maintaining and
preserving airport pavements. Table 10 presents development costs by program objective for Reliever
airports.
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Since most Reliever airports are located in urban areas, costs associated with their development can be
significantly greater than for similar airport improvements in rural areas.

Reliever airports have become increasingly important to the overall capacity of the airport system and
significant improvements have been funded and constructed at several of these airports since the last
TASP update. The need for five new designated Reliever airports to supplement the system capacity is
recognized in the plan. These airports are located within our growing metropolitan areas. These
candidate airport costs are included within the Business/Corporate implementation totals.

Business/Corporate Airports

An estimated $251 million over the next five years will be required for the 67 Business/Corporate
airports. These improvements are largely related to meeting design standards at airports that
accommodate business jet traffic (see Table 6). The additional runway and taxiway pavement required
to meet these specifications is the reason for the higher per airport cost for the development of
Business/Corporate airports, although many of the Community Service airports are also designed to
accommodate jet traffic.

Community Service Airports

Community Service airport improvements are estimated at almost $171 million for the next five years
(Table 10). There are 106 community airports in the system plan. Included in this amount are costs for
construction of two new airports in the short term and one proposed airport in the long term. The
single largest expenditure will be for bringing existing airports up to design standards, followed by the
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costs associated with preserving the investment currently in place and with upgrades to accommodate
more demanding aircraft.

Basic Service Airports

The improvements identified on the development worksheets for the 68 Basic Service airports for the
next five years are $79 million. Most of the costs shown in Table 10 are associated with bringing existing
facilities up to standards and the reconstruction of deteriorating pavement.

Basic Service airports are the lowest service role and provide limited additional access to the state’s
economic activity. Expenditures on Basic Service airports preserve the public investment already made
in the facility. The TASP does not reflect significant increased investment in basic utility airports.

Summary of Development Costs by Project Type

A summary of five-year development costs for the general aviation role and Reliever airports by the
type of improvement is included in Table 10. Altogether, almost $600 million in improvements have
been identified for the Reliever airports, while over $500 million in improvements have been identified
for Business/Corporate, Community and Basic Service facilities. The largest category of improvements
for all General Aviation airports is airport paving, including runways, taxiways and aprons. Improvements
in the “other” category include, but are not limited to lighting, fencing and drainage improvements.

TASP airports, including Commercial Service airports, rely on public financing. As with the other
components of the community infrastructure, the public role in the development of the air
transportation system includes providing the necessary facilities. Funding for the implementation of
the TASP and its implications are discussed in the following section.
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TABLE 9. TASP CAPITAL IMPROVEMENT OBJECTIVES

Projects for Existing Airports

1 Safety Work required to improve safe aircraft operations.
. Work required to preserve the functional or structural integrity of the
2 Preservation .
airport.
Improvements required to bring the airport to design standards for
3 Standards P q 9 P 9

current users.

Improvements required to expand the airport to accommodate larger
4 Upgrade aircraft or longer stage lengths consistent with the airport’s functional
classification.

Expansion required to accommodate more aircraft or higher activity

> e levels.

Projects for New Airports

6 Access A new airport that will provide access to an area currently unserved.

A new airport required to supplement capacity or relieve congestion at

7 i . .
R other airports in the area.

Source: Texas Department of Transportation, Aviation Division, 2010.

TABLE 10. SUMMARY OF 5-YEAR TASP RELIEVER AIRPORT DEVELOPMENT COSTS
BY PROGRAM OBJECTIVE (IN THOUSANDS OF DOLLARS)

Safety Preservation Standards Capacity Planning Misc. Total
Reliever $7,600 $96,245 $432,747 $43,124 $2,554 $12,456 $594,726
Busiiess) $439 $123,355 $105,769 $11,338 $1,615 $8,997 $251,513
Corporate
Il $45 $75,268 $75,812 $13,352 $1,350 $5,669 $171,497
Service
Basic

: $27,963 $47,390 $686 $390 $2,892 $79,322

Service

$8,084 $322,831 $661,719 $68,501 $5,909 $30,014  $1,097,057

Source: Texas Department of Transportation, Aviation Division, 2010.
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Introduction

The airports in the TASP have varying abilities to fund the improvements identified in the TASP
Implementation Cost section. The majority of the Commercial Service airports may be capable of
generating airport revenue that will pay for the cost of operating and maintaining the airport; however
they will require financial assistance for major capital improvements of the type identified in the TASP.
At the other end of the spectrum, smaller General Aviation airports may not be able to meet total
operating costs or fund capital improvements as indicated in the TASP.

Federal government grant programs will continue to play a major role in funding the implementation
of the TASP. The state of Texas and local government airport sponsors also have roles in funding airport
improvements. This section of the system plan update will discuss these funding roles and how funding
contributes to financing the TASP improvements.

The Federal Role

The federal government through the FAA historically has had a major role in support of the national
system of airports. The Airport and Airway Trust Fund, where aviation user fees and aviation component
taxes are deposited, was established by the Airport and Airway Revenue Act of 1970. Improvements to the
airport and airway system are financed from the Trust Fund through grants to eligible public airport
sponsors.

The 1982 Airport and Airway Improvement Act established the present Airport Improvement Program
(AIP) that provides assistance to many of the TASP airports. In 1993, Texas became a Block Grant State
and assumed the responsibility of administering FAA funding for General Aviation airports. In 1997,
responsibility for Reliever airports was added, and in 2002, Non-Primary Commercial Service airports
were added. Under the state block grant program, Texas has greater discretion and flexibility in
selecting, developing, and administering projects, thus further strengthening the airport development
program. Texas is one of 10 states currently participating in the State Block Grant program.

Airport Improvement Program

The AIP uses Trust Fund monies to assist airports included in the National Plan of Integrated Airport
Systems (NPIAS) with airport improvements. The NPIAS airports are those that the FAA designates as
the most essential to the national air transportation system. Private airports are included in the NPIAS
if they are essential to the system. Texas airports included in the NPIAS are also in the TASP, however,
not all of the TASP airports have been included in the NPIAS.

Trust Fund revenues come from an assortment of aviation user fees and taxes, as shown by type, cost
and percentage of total on Figure 29. The United States Congress makes annual allocations from the
Trust Fund. There are approximately 20,000 airports in the United States, but only about 3,400 are
eligible for federal funding under the AIP. Nationally, the Century of Aviation Reauthorization Act (Vision
100) authorized the following amounts for the Texas AIP: Fiscal Year 2004, $40 million; FY 2005, $41
million; FY 2006, $42 million; and FY 2007, $46 million. As the FAA has operated on continuing resolutions
until reauthorization can be realized, funding levels have remained approximately at the 2007 level.
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FIGURE 29. 2005 FEDERAL AVIATION TRUST FUND REVENUES

2% 6%

2% 49%

1% 5%
B 7.5% Tax on Passenger Tickets
H 6.25% Tax on Freight Waybills
07.5% Frequent Flyer Award Tax
[ $3.40 Passenger Flight Segment Fee
O Passenger Ticket Tax for Rural Airports (7.5% of ticket cost)
O International Arrival and Departure Tax ($15.10 per person)
O General Aviation Fuel Tax (19.3 cents/gal aviation gas, 21.8 cents/gal jet fuel)
O Commercial Fuel Tax (4.3 cents/gal)

Source: Federal Aviation Administration, 2005.

Grants are made to eligible recipients by the FAA or through the State Block Grant Program. An airport
must be included in the NPIAS to be eligible for federal AIP grants. Figure 30 identifies the relationship
between the state and federal system plans. From Figure 30, it is evident that the airports in certain
TASP functional classes are less likely to be included in the NPIAS, therefore fewer are eligible for federal
aid.

The fact that a General Aviation airport is included in the NPIAS does not ensure that it will receive

federal grants. The limit on AIP appropriations and FAA program priorities determine where the
available funding is allocated. Figure 31 shows the grants allocated by the FAA for 2005.
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FIGURE 30. TASP COMPARED TO THE NPIAS
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B NPIAS (212)
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Source: Texas Department of Transportation, Aviation Division, 2010

FIGURE 31. FY 2005 AIP FORMULA DISTRIBUTION U.S. TOTALS

10% H PRIMARY

COMMERCIAL

B NON-PRIMARY
ENTITLEMENTS

OO GENERAL
AVIATION &
RELIEVERS

Source: Federal Aviation Administration, 2005
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Commercial Service Airports

Commercial Service airports have scheduled passenger service with at least 2,500 passenger boardings
a year and are owned by nonfederal public entities. Commercial Service airports consist of primary and
non-primary airports.

Primary Commercial Service Airports
Primary Airports are commercial airports with more than 10,000 passenger boardings per year. Those
airports are eligible for AIP funds provided by formula in the current FAA Airport Improvement
Handbook. The FAA divides primary airports into two major categories: hubs, which provide at least
0.05 percent of annual passenger boardings, and non-hubs, which provide less that 0.05 percent of that
total. Hubs are further classified as large, medium, and small.
o Large hubs are airports that account for at least one percent or more of total annual U.S. passenger
boardings.
o Medium hubs are airports that account for at least 0.25 percent but less than one percent of total
annual U.S. passenger boardings.
o Small hubs are airports that account for at least 0.05 percent but less than 0.25 percent of total
annual U.S. passenger boardings.
o Non-hubs are Commercial Service airports with less than 0.05 percent of total annual U.S. passenger
boardings, but more than 10,000 boardings annually.

Grants to large and medium hub Primary Commercial Service airports are for 75 percent of eligible
project costs. The remaining Primary Commercial Service airports are eligible for grants for 90 percent
of eligible costs.

Non-Primary Commercial Service Airports

Airports that have 2,500 but less than 10,000 passenger boardings a year are classified as non-primary.
These airports do not receive AIP primary entitlement funding but compete nationally for the total AIP
allocation that has been set aside for Non-Primary Commercial Service airports.

As is evident from Figure 31, airports that have scheduled commercial service receive the largest
percentage of AIP funds. These airports are currently the focus of FAA activity to increase the capacity
of the nation’s major airports and the airway system.

Under Vision 100 the maximum entitlement grant is $22 million annually with minimum entitlement of
$650,000 per airport. Airports are also entitled to funds based on their share of the total U.S. freight
tonnage if landings are at least 100 million pounds annually.

Non-Commercial Airports

The FAA classifies non-commercial airports as Reliever airports, General Aviation airports, and General
Aviation airports that are not included in the NPIAS.
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Reliever Airports

To discourage general aviation from further congesting many large and medium hubs, the FAA has
designated and developed certain noncommercial airports in metropolitan areas as Reliever airports.
There are approximately 260 Reliever airports nationwide. Reliever airports received designated funding
from the Aviation Trust Fund prior to 1997 before being moved into the federal state apportionment
formula. Since 1997, Texas has funded Reliever airports through the State Block Grant Program.

There are 14 privately owned General Aviation airports in the TASP. The highest percentage of these is
in the Reliever category as can be seen in Figure 32. Because Reliever airports have such an important
role in the NPIAS, the FAA amended its policy of funding only publicly owned airports. Privately owned
airports other than Relievers are not eligible for federal funding. It should be noted that the future of
several privately owned General Aviation and Reliever facilities are currently of concern and studies are
being accomplished regarding possible public acquisition of facilities at risk.

FIGURE 32. PRIVATELY OWNED VS. PUBLIC GENERAL AVIATION AIRPORTS IN THE TASP
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Source: Texas Department of Transportation, Aviation Division, 2010.

General Aviation

In 2009, the FAA included 2,889 General Aviation and Reliever airports in the NPIAS. General Aviation
airports in this category base at least 10 locally owned aircraft and are a minimum of 30 minutes by
ground transportation from the nearest NPIAS airport. Figure 31 shows that federal funding for General
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Aviation and Reliever airports is more limited than for Commercial Service airports. AIP grants for
General Aviation and Reliever airports are made from the state’s apportionment of the Trust Fund
allocation set-aside for General Aviation and Reliever airports. Presently, Texas expects to receive
approximately $26 million annually in federal apportionment funds, $25 million in non-primary
entitlement funds, and $9 million in discretionary funds for General Aviation and Reliever airports. The
estimated $60 million annual amount has been used for planning purposes. This money is administered
for General Aviation and Reliever airports by the state under state legislative and federal State Block
Grant directives.

The capital improvements included in the TASP for General Aviation and Reliever airports in the next
five years are estimated to total $1.1 billion. The expected amount of AIP funding is shown in Figure 33.
Total AIP grants of $300 million would finance $333 million in projects with 90 percent federal/10
percent local funding. If the AIP were federally funded at $60 million per year, 30 percent of the
improvement projects would be funded. Consequently, there would be an annual average of $153
million in projects for which federal aid would not be available.

FIGURE 33. FIVE YEAR GENERAL AVIATION DEVELOPMENT NEEDS
AND ESTIMATED AIP FUNDING

0
27% M Est. AIP Assistance

Available

B Est. Match (90% / 10%)

390 ITASP Projects Unfunded
by AIP Grants

70%

Source: Texas Department of Transportation, Aviation Division, 2010
Other Federal Programs

Hangar Program

If all airside needs are met, an airport sponsor may pursue 80 percent grant funding for the construction
of hangars if access pavement is included or 75 percent funding if pavement is in place. The sponsor
must provide justification in the form of contracts, lease agreements, and show location of the hangar
on the latest approved Airport Layout Plan (ALP), a copy of the airport’s hangar lease and rate structure,
and adopted airport minimum standards. The only funding available for the hangar construction
projects are Non-Primary Entitlements.

Fuel Program

Similar to the hangar program, airports without a fuel dispensing system are eligible to participate in
75 percent grant funding for the above ground Fuel Facility Development program utilizing Non-
Primary Entitlement funds. Before any funding is approved, the airport’s airside needs must be met. In
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addition, the sponsor should have fuel rate and flowage fee standards, an approved ALP designating
the construction area, adopted airport minimum standards and evidence of compliance with
environmental regulations.

Air Traffic Control Towers (ATCT)

In 2003, following the passage of an federal funding bill, the ATCT building program offered 90 percent
grants up to a maximum of $1.5 million to qualifying sponsors for construction of traffic control towers
and associated communication equipment. Candidates are typically airports in the metropolitan areas
of the state. The airport sponsor is eligible for assistance if their FAA calculated Benefit/Cost Ratio (B/C)
meets current standards. This also qualifies the airport sponsor to participate in the FAA Contract Tower
Funding Program for funding the air traffic controllers to staff the facility. There are six airports in the
TASP that have received grants for the ATCT program and four completed and operating towers.

Commercial Service airports generate revenue from airline user fees, terminal concessions, parking fees
and property leases. These revenues permit the airport sponsors to issue revenue bonds for airport
improvements. The smaller General Aviation airports do not have the level or type of activity that
permits them to fund their improvements in the same manner.

Most General Aviation airports and many of the smaller Commercial Service airports rely on general
fund contributions or general obligation bonds issued by their sponsors for funding capital
improvements. Any revenues generated by the airport are used for airport maintenance and operations.
Although not totally self sufficient, General Aviation and Reliever Airports perform vital functions in the
TASP. As with other types of public infrastructure, there are roles for federal, state, local and private
involvement. The role of the state of Texas in implementing the TASP is discussed in the following
paragraphs.

The State Role

The value of an airport is not just in the on-airport jobs created, the personal property taxes collected
or as a place to enjoy the fun of flying. The real value of an airport is the foundation it provides for a
community to maintain, develop and diversify its economy. The TASP is structured to provide reasonable
air access to all parts of the state for the population, economic resources and the support of industrial
based activities.

Businesses are using general aviation to a far greater extent than ever before. The scheduling, speed,
direct routing and security advantages for both domestic and international travel have made business
aviation the fastest growing segment of the general aviation community. Business aviation, as reflected
in sales and hours flown, continues to show modest growth and can be expected to grow at a faster
rate than the other segments of general aviation. The use of business aviation will continue to have a
dominant effect not only on the aviation industry but also on the entire state economy.

These factors strongly suggest that the state of Texas needs a program that fosters the development of
General Aviation airports that will support the state’s economic development.
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The State’s Role in Previous Years

Historically, Texas has directed its aviation facilities development activity toward smaller communities.
This was at the specific direction of the Legislature which placed population and grant limit riders on
appropriations to the Texas Aeronautics Commission during the 1970s. Review of state-funded projects
since the inception of the program in 1966 shows that most grants through the 1980s had been for
airports serving cities with populations of less than 5,000.

In 1989, the legislature created the Texas Department of Aviation (TDA) and enacted “channeling”
legislation that mandated the TDA to act as the agent for General Aviation airport sponsors for the
purpose of applying for, receiving and disbursing federal funds. Through this legislation, the TDA
assumed major responsibility for the development of the state’s air transportation system. The state
government, realizing the value of airports as a vital component of economic development began a
state managed aviation facilities funding program that strengthened the ability of the state to
participate in the development of the Texas air transportation system.

In 1992, the TDA was consolidated with the State Department of Highways and Public Transportation
to create the Texas Department of Transportation (TxDOT). The state aviation program was created as
a separate division within TxDOT assuming all duties of the TDA. The state grant program continued to
grow within TxDOT Aviation Division as funding was more than doubled in 1994 and nearly doubled
againin 1995. In 1997, TxDOT's role in airport development was again expanded when Reliever airports
were added to Texas' federal funding program. The state appropriation has increased from $1 million in
1990 to the current appropriation of $16 million for a total of over $228 million invested in an airport
system that supports business, industry, manufacturing, mineral resources and agriculture - literally
every segment of the state’s economy.

FIGURE 34. FIVE YEAR GENERAL AVIATION DEVELOPMENT NEEDS
AND ESTIMATED AIP/TEXAS STATE FUNDING
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Other State Programs

Routine Airport Maintenance Program

Airport maintenance has been a challenge at many airports across the state. Communities in many
instances do not have the resources to perform needed services and funding is always an issue. In 1996,
TxDOT Aviation Division began an annual Routine Airport Maintenance Program (RAMP) with five pilot
TxDOT districts. The program was designed to assist communities with maintenance programs by
offering state financial assistance. State funds were used to match local funds on a 50/50 basis with a
$10,000 maximum in state funds per airport per year. Airports could utilize the services of TxDOT local
districts and their contracts for crack sealing, herbiciding, striping, marking and other similar services.
The initial program was a success and has expanded to allow all publicly owned/operated airports,
including non-hub primary commercial service airports, in the TASP to participate in the current
program maximum of $50,000 in state funds per airport per year. Services have been expanded to
include other items such as airport lighting and maintenance, airport entrance road construction, pilot
lounges, environmental compliance and AWOS maintenance. Airport sponsors are now able to use the
program for almost any item that will enhance and increase the functionality of the airport. Over the
years, the program has grown from 30 participating airports with total expenditures of $250,000 to over
200 airports with expenditures of almost $3 million

Airport Terminal Grant Program

The TxDOT Aviation Division Airport Terminal Grant Program provides 50 percent matching funds up to
$500,000 to sponsors of eligible publicly owned airports for construction of new terminal buildings or
remodeling existing terminal buildings, as well as up to $100,000 in matching funds for appropriate
vehicle parking and entrance roads. To be eligible for consideration for a terminal grant, an airport must
have a full time airport manager on site and aviation fuel available for sale to the general flying public.
Number of based aircraft, transient traffic and sponsor commitment to the airport also contribute to
grant eligibility. To date, forty-six terminal building projects have been completed, and the program
averages five buildings per year.
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Automated Weather Observing Systems

In 1997, Texas received $1 million for grants to install automated weather observing systems (AWOS),
visual approach aids, and protective fencing through a federal innovative financing program for the
block grant states. Texas installed 16 AWOS systems across the state with the innovative 75 percent
federal/25 percent local funding. The state has continued the program. To date a total of 83 current
AWOS installations have been completed.

Adopt-An-Airport Program

The Adopt-an-Airport Program allows private citizens an opportunity to support the TxDOT's
beautification programs by adopting an airport for the purposes of beautifying, creating a better image
and enhancing public awareness of the airport. Only publicly owned/operated airports included in the
TASP are eligible to participate in the program. Members or employees of civic and nonprofit
organizations, employees of private businesses and governmental entities, and families are eligible to
participate.

The Role of Local Government

Local governments, cities and counties are typically the owners and sponsors of the airports that serve
their communities. Implementation of the TASP is a joint process with state, federal and local agencies.
Local sponsors have an integral part in initiating airport improvements and requesting financial
assistance.
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Typically the sponsor share of project costs for both federal and state funding is 10 percent. Faced with
competing financial needs many sponsors have been unable to raise even 10 percent of the cost of
airport maintenance or improvements. The problem lies not with the level of interest or enthusiasm of
the local government but with the limited sources of revenue available for capital improvements.
Communities are faced with improving roads, water systems, parks and many other needs that compete
for available funding for airport maintenance or improvements.

The airports included in the TASP represent a resource not only to the communities immediately served
by them, but also to the state as awhole. Publication of the TASP provides justification and determination
of the investment cost to be shared by local and governmental agencies to preserve the state’s aviation
infrastructure. Bringing the TASP to airport sponsors in regional meetings and individual airport project
development meetings helps bring the funding needs of the TASP to local officials attention for
budgeting and planning purposes. Sponsor support of the TASP is vital to keep the system components
working. Funding support for the TASP will ensure that the economic growth and competitive position
of the state is supported by a fully developed state airport system.

Texas Airport System Plan Update 2010



Funding

This page intentionally left blank.

Texas Airport System Plan Update 2010



APPENDIX







Appendix

TASP AIRPORTS BY ASSOCIATED CITY

KEY TO APPENDIX HEADINGS

City Usually, the city located closest to the airport.

Name of airport, which may or may not be the same as,

Airport (New) associated city or county. (New, for planned facilities only).

The location identifier is a three or four character FAA code.
Airport ID Identifiers that include numbers mean the airport has no
automated weather observation system present.

County Name The name of the county in Texas where the airport is located.

Included in National Plan of Integrated Airport Systems (yes or

NPIAS Airport blank).

Airport’s classification based on the type of service it is
expected to provide: BS - Basic Service; CS - Community
Service; BC - Business/Corporate; RL - Reliever;

CMS - Commercial Service

State Role

A coding system used to categorize aircraft by runway
Current Design Standard approach speed (categories A through E) and aircraft wingspan
(Group 1 through V).

Related specifically to the type of use the airport receives or is

Functional Category expected to receive.
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